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Abstract 
 
The available evidence suggests that work-related 
drivers are over-involved in crashes compared 
with other drivers. However, despite this over-
involvement in crashes there has been limited 
research examining the social-psychological 
factors that impact on crash risk in work-related 
drivers. While industry reports suggest that 
organisational culture can affect work related-
driver behaviour, there is limited empirical 
evidence that has explored the influence of 
management systems on workplace road safety 
outcomes and driver behaviour. This study will 
thus examine (a) social-psychological factors that 
influence driver behaviour and (b) managerial and 
organisational system factors that influence 
workplace road safety outcomes. The research 
will draw on psychological theory (Theory of 
Planned Behaviour) and organisational theory 
(Cooper’s Reciprocal Safety Culture Model). This 
study will also examine the efficacy of existing 
fleet safety countermeasures (e.g., driver training, 
financial incentive schemes and newsletters) in a 
large government organisation, on the behaviour 
of work-related drivers and how these 
countermeasures are implemented, utilised, and 
evaluated by the fleet management system. 
 
Introduction 
 
In the literature, work-related drivers are 
commonly defined as those who drive at least 
once per week for work-related purposes 
(Haworth, Tingvall, & Kowadlo, 2000). These 
drivers range from truck drivers, couriers, police 
and emergency service drivers, to sales people 
(Collingwood, 1997). Work-related drivers 
include senior executives provided with salary 
sacrificed vehicles, those who drive liveried work-
related vehicles both for work and non-work 
purposes, and those employed to drive fleet cars, 
vans, or other specialist vehicles (Dimmer & 
Parker, 1999). Work-related vehicles constitute 
about 30% of registered vehicles in Australia and 
because of their high mileage, may comprise up to 
half of the traffic stream at any one time (Haworth 
et al., 2000). 
 
Work-related road safety has received increasing 
attention in recent years, due to the growing 
awareness of the extent of the issue (Dimmer & 
Parker, 1999; Downs, Keigan, Maycock, & 
Grayson, 1999; Haworth et al., 2000; Stradling, 
2000). Road crashes have become the most 
common form of work-related death, injury and 
absence from work (Haworth et al., 2000). As 
such, it has become imperative to understand the 
factors contributing to work-related road crashes 
so that appropriate interventions can be 
implemented. 
 
In Australia, there are approximately 40 people 
killed each month in work-related road crashes 
(Wheatley, 1997). More recently, a detailed 
analysis of serious casualty crashes involving 
commercial vehicles1 was undertaken in 
Queensland for the period January 1999 to June 
2001 (Meers, 2001). The data indicated 
approximately a quarter of Queensland’s fatal 
crashes and a sixth of hospitalisation crashes 
involve at least one commercial vehicle. This is 
probably due to the characteristics of heavy 
vehicles and the higher kilometres driven by 
commercial vehicles. Overseas research has also 
found that work-related drivers have above 
average crash frequencies compared to personal 
car drivers (Lynn & Lockwood, 1998; Downs et 
al., 1999). 
 
In addition, work-related vehicle crashes place a 
heavy financial burden on business and the 
community. Work-related crashes are estimated to 
cost Australia $425 million each year (Wheatley, 
1997). The average cost of a work-related crash is 
approximately $18,500 with the average time lost 
from crashes being greater than for any other 
                                                 
1 A vehicle was defined as commercial based on 
observations by the police officer recording the crash. The 
data is likely to under-represent the number of light vehicles 
such as cars and utes. 
work place insurance claims (Stewart-Bogle, 
1999). It is therefore a major social and economic 
issue, which has ramifications at the national as 
well as the state, local, community, and family 
level (Wheatley, 1997).  
 
Self-report and anecdotal evidence indicates a 
number of factors contribute to the crash 
involvement of work-related drivers. Henderson 
(1997) suggest that work-related drivers involved 
in crash incidents tend to be older than the average 
crash victim, typically male and most frequently 
in urban areas between 2 and 4 am. Stradling, 
Meadows and Beatty (1999) found that work-
related drivers report the following: higher 
involvement in passive crashes and thrill seeking, 
superior driving skill, higher average and 
preferred driving speeds, and receiving more 
speeding offences. These results might suggest 
that work-related drivers are more likely to engage 
in a variety of unsafe driving behaviours when 
driving a work vehicle. However, the causal 
pattern may be complicated by external variables 
that need to be tapped in order to give a 
meaningful account of causation. For example, the 
higher reported speeding offences may also be the 
product of a working environment featuring 
unrealistic driving schedules or other pressures to 
exceed the speed limit. Adams-Guppy and Guppy 
(1995) found that for work-related drivers, time 
pressure may be particularly influential in 
compromising between speed and safety.  
 
Several factors have been suggested in the 
literature that could be presented as external 
influences on safe driving. Work-related drivers, 
on average, accumulate higher mileage in 
comparison to the average private motorist 
(Collingwood, 1997; Griffith, 1997). Work-related 
vehicles average 30 000km/year, three times the 
average of private vehicles (Griffith, 1997). 
However, a more realistic account of work-related 
driving and outcomes would include drivers’ 
exposure to external influences, related to the 
nature of their job, and individual driver 
influences related to personal dispositions and 
other individual characteristics known to impact 
on driving practices in general. These potential 
internal and external influences may not work 
independently, but in interaction with each other. 
For example, increased pressure (external 
influence) in the working environment may lead 
to use of or an increase in alcohol use (internal 
influence) during work hours. These factors in 
turn are mediated by a driver’s attitudes and 
beliefs relating to the driving task. The 
contribution of the internal and external 
influences, and a driver’s attitude and behaviour 
will ultimately determine if the driver will engage 
in safe or unsafe driving practices.  
 
Another important set of external factors that can 
affect driving outcomes relates to organisational 
factors. For example, Haworth et al. (2000) 
suggests that the culture of an organisation can 
have a significant impact upon workers’ attitudes 
towards driver safety issues and safe driving 
behaviour.  An organisational culture is comprised 
of socially transmitted patterns of behaviour and 
beliefs which determine the outcomes of 
individual actions (Ostrom, Wilhelmsen, & 
Kaplan, 1993). Organisations considered to be 
active in pursuing driver safety exhibit a number 
of characteristics including: a strong safety 
culture; driving as a central business activity; 
transportation of expensive or dangerous 
materials; environmental concerns; and, financial 
benefits (Downs et al., 1999). 
 
Although both self-report and anecdotal evidence 
shed light on the factors contributing to work-
related road crashes, there is a need for more 
reliance on analysis of objective measures of crash 
precipitating factors for appropriate investments to 
be made in fleet safety. In turn, such analysis 
results in the adequacy of an organisations method 
for crash reporting and data recording systems.  
 
The scale of work-related crashes and their 
human, social and economic impacts referred to in 
this chapter underline the importance of 
understanding a) the precipitating factors 
contributing to work-related road crashes and b) 
the effectiveness of particular fleet safety 
countermeasures and management systems.   
However, as already noted, understanding 
precipitating patterns is a function of the quality 
of an organisation’s fleet safety management 
information system (MIS).  Very little research 
has been undertaken to establish best practice MIS 
for obtaining fleet safety outcomes.   
 
Similarly, knowledge of the effectiveness of 
safety countermeasures is problematic.  There are 
a number of organisations that are believed to 
have best practice fleet safety countermeasures 
(Murray et al., 2003), however, there are few 
available empirical evaluations of these 
countermeasures. For example, driver training is 
frequently considered to be, and implemented in 
organisations as, a best practice fleet safety 
countermeasure. However, the impact of the 
driver training program on fleet safety outcomes 
and the management of individual driver 
behaviour has rarely been evaluated (Haworth et 
al., 2000). Indeed, it is not known to what extent 
the choice of fleet safety countermeasures 
implemented relates to crash causation.  
 
In terms of the more recent whole-of-organisation 
approach to fleet safety, management systems 
have become the focus of fleet safety initiatives 
due to the increasing attention on Occupational 
Health and Safety (OH&S) regulatory regimes. 
Traditional approaches to fleet safety, such as 
driver training, can be viewed as only one 
component of the approach to the management of 
fleet safety.  The benefits associated with fleet 
safety as a component of an organisational OHS 
framework provides organisations with both 
safeguarding against duty of care responsibilities 
and access to diagnostic capabilities through 
performance data bases and reporting against 
agreed safety standards.  
 
The limitations in our understanding of 
precipitating factors and effective interventions 
may be due, in turn, to limitations in 1) the 
theoretical/conceptual understanding of the 
phenomenon of work-place driving and safety 
outcomes and, subsequently, 2) the development 
of robust evaluation frameworks which reflect the 
theory/conceptual models.   
Aim of Research 
 
The aim of this research is to conceptualise and 
evaluate current fleet safety countermeasures 
across a number of organisations. To achieve the 
aim, this study will a) conceptualise what social-
psychological processes that are underlying 
particular fleet safety countermeasures and, b) 
conduct a process evaluation to examine the 
social-psychological factors operating with fleet 
managers and drivers.    
 
The particular fleet safety countermeasures that 
constitute the system to be evaluated include the 
following: a Think Safe Drive Safe (TSDS) driver 
training program; an information campaign in the 
form of a monthly newsletter: Customer 
Performance Pricing policy (CPP), which is an 
incentive scheme, and: the Client Access 
Computerised System (CAS), which is an internet 
enabled database.  
 
While there is limited articulation by fleet safety 
practitioners of the theoretical underpinnings of 
particular fleet safety countermeasures, the 
effectiveness of these countermeasures is 
nonetheless strongly linked to social-
psychological processes. Thus, the 
countermeasures have been concepualised as 
follows: information campaigns (newsletter and 
the CAS) as persuasive communication processes 
(Eagly & Chaiken, 1993); incentive schemes 
(CPP) as operant conditioning processes (Skinner, 
1993), and; driver training as adult learning 
processes (Hatakka, Keskinen, Gregersen & 
Hernetkoski, 2002).  
Research questions 
 
The research question that will be addressed in 
this study is as follows: What effect does the 
achievement of certain enabling factors determine 
the achievement of short-term outcomes specific 
to the individual countermeasures in the fleet 
providers fleet safety management package?   
 
Methods 
Participants 
 
The research is conducted in partnership with 
QFleet, which was established in 1991 as the 
Queensland Government’s provider of vehicle 
leasing and fleet management services. QFleet’s 
charter is to provide the following services: 
leasing (including financial), fleet management, 
vehicle servicing, maintenance and repairs, short 
term vehicle hire, asset leasing and management, 
strategic advisory services, and accident 
management.   
 
The evaluation was conducted using a sample of 
organisations from the Queensland Government 
population of organisations.  The process for 
selecting the sample of organisations involved 
QFleet providing a list of fleet managers email 
addresses. An introductory email was forwarded 
to the fleet managers by the Managing Director of 
QFleet, which stated the intentions of the research. 
The fleet managers were asked to forward the 
driver survey onto work-related drivers within 
their department. The final sample includes 
organisations that ranged the following business 
portfolios: transport, education, health, housing, 
environmental protection agency, families, public 
works and treasury.    
 
There was one criterion specified to fleet 
managers when selecting drivers for survey 
participation, that is, the employee had to drive a 
QFleet vehicle for work purposes at least once a 
week.  A total of 24 fleet managers and 87 drivers 
were nominated.  For the fleet managers the 
sample consisted of 61% males and 39% females, 
and the fleet drivers consisted of 82% males and 
18% females. The overall response rate for the 
surveys was 36%.   
Process evaluation 
 
A process evaluation was undertaken at the level 
of client organisations and using the program 
logic model to identify variables of interest.  The 
program logic model is a diagrammatic 
representation that provides a description of a 
particular program. This research takes the view 
that the effectiveness of the countermeasures in 
the longer-term will be a function of achieving a 
number of short-term outcomes specific to the 
social-psychological and organisational processes 
that underlie the operation of these 
countermeasures.  It should be noted, a major 
complication for the process evaluation is that no 
enabling conditions, short-term or long-term 
objectives, were specified by the fleet vehicle 
provider when initiating their fleet safety 
management package for client organisations.   
Measures  
 
In developing the survey for the process 
evaluation, it was considered necessary for the 
researcher to undertake as a preliminary step focus 
group discussions with a sample of managers and 
drivers to sensitise the researcher to (a) the level 
of awareness of, or attention given to, work-
related driving as a safety issue, (b) the 
importance attached to work-place driving in 
general and some of the meanings attached to 
work-place driving and (c) the ways in which 
managers and drivers talk about work-place 
driving.  
 
Focus group participants were randomly selected 
from seven government departments: EPA, 
Ambulance, Main Roads, Education, Rural Fire 
Service, Urban Fire Services, and Health. The 
participants were chosen to represent a cross-
section of both metropolitan and rural fleet 
managers and drivers to ensure a diversity of 
views and meanings were captured.  Sixteen 
participants were involved in 4 semi-structured 
focus groups including two managers groups and 
two drivers groups. The manager group consisted 
of five males and two females. The driver group 
consisted of eight males and one female. The 
types of issues that emerged from these focus 
groups were lack of management responsibility, 
accountability and cultural issues such as lack of 
emphasis on fleet safety 
 
The survey developed for the process evaluation 
of the package of countermeasures differed for 
fleet managers and drivers. The fleet manager 
survey examined process variables for all four 
countermeasures: i) Information newsletter  
“Journey”; (ii) The Think Safe Drive Safe driver 
training program; (iii) Customer Performance 
Pricing policy (CPP); and (iv) Client Access 
computerised System (CAS). The four 
countermeasures were examined for fleet 
managers as they each represent a tool by which 
fleet managers can directly influence drivers’ 
behaviour and fleet safety outcomes.  Only two 
countermeasures, the information newsletter 
“Journey” and the driver training program, were 
examined for drivers since they are accessible to 
drivers and can directly impact on driver 
behaviour, whereas the CPP and CAS are tools 
available to managers. 
 
The first section of the fleet manager survey 
elicited information regarding their position as a 
fleet manager. The driver survey also elicited 
information regarding driving behaviour.  
 
To evaluate the perceived effectiveness of the 
QFleet Newsletter, a persuasive communication 
framework was adopted (Janis & Hovland, 1959; 
Petty & Cacioppo, 1981). The independent 
variables were source, attention, comprehension 
and, acceptance, and the dependent variables were 
belief change, attitude change, and behavioural 
change. These variables were used as the 
components to evaluate the perceived 
effectiveness of the newsletter for fleet managers 
and drivers. 
 
To evaluate the TSDS driver training program, the 
Goals and Contents of Driver Education (GDE) 
framework was adopted. The GDE framework 
assesses four hierarchical levels of behaviour: 
goals for life and skills for living (general), goals 
and context of driving (trip related), mastery of 
traffic situations, and vehicle manoeuvring. 
 
There were three sets of questions to assess the 
fleet managers perceived effectiveness of CPP. 
The first set of questions examined fleet managers 
knowledge of the factors used to calculate the 
premium or loading, and monitoring and reporting 
practices on CPP issues. The second set of 
questions utilised incentive theory (operant 
conditioning) as a theoretical framework to 
examine fleet managers perceptions of CPP. The 
last set of questions assesses a change in fleet 
managers belief, attitude and behaviour as a 
product of CPP.   
 
The questions assessing the CAS adopted the 
theoretical frameworks of both operant 
conditioning (incentives), and persuasive 
communication. The questions were designed to 
be related to the functions within the CAS (eg., 
monitoring lease contracts, ordering vehicles, 
monitoring fines, getting claim updates), 
perceptions of the CAS, and assessment of change 
in fleet managers belief, attitude and behaviour as 
a product of the CAS. The functions within CAS 
related to both management of vehicle efficiency 
and management of fleet safety.  
 
Results 
Drivers 
The majority of the sample consists of male 
respondents (82%) in an older age group ranging 
40-59 years (58%).  Half of the sample has 
worked in their department for at least 11 years 
and 64% had held their drivers licence for more 
than 21 years. The large majority of drivers are 
required to drive a work vehicle for their job 
(93%) and drive every day (51%). The average 
distance travelled per week is 350 kms. 
 
Newsletter 
 
To evaluate the perceived effectiveness of the 
QFleet newsletter, two sets of analyses were 
performed, one descriptive and one predictive.  
 
The descriptive statistics revealed that the 
majority of the sample are unaware of the 
existence of the newsletter (69%). The 31% of 
drivers who are aware of the newsletter, reported 
receiving the newsletter an average of 9 times per 
year (there are twelve per year). This result 
suggests that most people are not receiving the 
newsletter, or, infrequently. 
 
For the predictive analysis, a regression analysis 
was conducted to examine the contributions of 
attention, comprehension, acceptance and source 
(independent variables) to drivers’ self reported 
attitude change to driving as a product of reading 
the newsletter. Overall, the independent variables 
were able to predict drivers’ self reported attitude 
change as a product of the newsletter, R2 = .64, 
F(4, 21) = 9.47, p <.001. The components of 
comprehension (β = .6, p<.05 ) and attention (β = 
-.41, p<.05) were the only significant predictors of 
attitude change. 
 
Think Safe Drive Safe (TSDS) driver training 
program 
 
Despite the intention to use the Goals and 
Contents of Driver Education framework (GDE) 
to evaluate the TSDS driver training program, 
98% of the drivers reported that they have not 
attended the TSDS driver training program. Thus, 
descriptive analyses were confined to the items 
which examined drivers views of driving a work 
vehicle and their perceptions of whether they  
believed that a driver training course would 
improve certain aspects of their driving behaviour. 
These items were measured on a 5 point Likert 
scale, ranging from strongly agree (1) to strongly 
disagree (5).  
 
There was a strong tendency for drivers’ 
agreement (M = 1.6) on the importance of driving 
standards and public safety. Of interest, however, 
is the converse finding that the majority of drivers 
either did not agree that their driving needed 
improvement (M = 3.4).  In regard to items 
relating to drivers views concerning whether they 
believed that a driver training course would 
improve their driving behaviour on a number of 
relevant dimensions of work-related driving, the 
majority of the sample either agreed or were 
neutral on most of the items.  
Fleet Managers  
 
The majority of the sample of fleet managers were 
male respondents (61%), between the ages of 50-
59 years (44%). Half of the sample had worked in 
their department between 1-5 years (50%) and had 
been employed in the role of fleet manager for an 
average of  4.5 years. 
 
Newsletter  
 
As with the driver survey, to evaluate the 
perceived effectiveness of the QFleet newsletter as 
a fleet safety management tool, a persuasive 
communication framework was adopted to 
conceptualise the countermeasure and descriptive 
and predictive analysis performed.  
 
The majority of the sample are aware of the 
newsletter (83%), and 52% reported that they 
distributed the newsletter to other people in their 
department. Of the fleet managers who reported 
distributing the newsletter, 54% reported 
distributing it to a manager within their 
department, 31% reported distributing to a general 
staff area, and 15% to a resource co-ordinator and 
fleet staff member. 
 
A regression analysis was conducted to examine 
the contributions of attention, comprehension, 
acceptance and source (independent variables) to 
the prediction of self reported attitude change as a 
consequence of reading the newsletter. Overall, 
the independent variables were able to predict a 
change in attitude R2 = .51 F(4, 16) = 4.16, p <.05. 
None of the individual variables were significant 
predictors of attitude change. 
 
Customer Performance Pricing (CPP) 
 
 To evaluate the perceived effectiveness of 
the CPP scheme as a fleet management tool, 
incentive theory (operant conditioning) was 
adopted as the theoretical framework. The 
analysis examines the relationship between 
variables relating to incentive theory, and self-
reported attitude change towards fleet 
management as a product of CPP. 
 
The majority of the sample are aware of CPP 
(58%). The large majority of the sample reported 
that they are not required to report to the 
department on the CPP rating (85%) or report to 
management on CPP matter (85%). A regression 
analysis was conducted to examine the 
contributions of the incentives utilising CPP (eg., 
need to report to supervisor or not) to the 
prediction of self-reported attitude change towards 
fleet management as a product of utilising the 
CPP scheme. Overall, the independent variables 
were not able to predict a change in attitude R2 = 
.24 F(1, 14) = 4.39, p=ns.  
 
Fleet managers perception of the objectives of the 
CPP scheme were measured by fleet managers 
ticking those objectives of actual objectives, taken 
from QFleet documentation, they thought were the 
objectives of the CPP scheme (e.g., number of 
crashes, the overall trend). These results suggest 
that under half of the sample understand the 
objectives of the CPP scheme.  
 
Client Access System  
 
Three separate types of analyses were conducted 
to evaluate the effectiveness of the CAS as a fleet 
safety management tool. First, data was analysed 
descriptively to examine the awareness of the 
CAS. Second, the functions within the CAS were 
examined, through paired-sample t-tests. Last, the 
variables relating to the persuasive 
communication framework and incentive theory 
were used in a regression analysis.  
 
Descriptive analyses revealed that the majority of 
the sample are aware of the CAS (78%). The 
following four tables presents fleet managers 
reported competency in using the functions within 
the CAS, how often they use the functions within 
CAS, how often they are required to report to 
management on the functions within CAS, and 
how important the functions are within CAS in 
their fleet management.  
 
The different functions within the CAS have been 
divided into two sections. There are a number of 
items relating to the management of fleet vehicle 
efficiency (1, 2, 3, 4, 9) and a number of items 
relating to the fleet safety management (5, 6, 7, 8, 
10, 11). Paired sample t-tests were utilised to 
compare the perceptions of the different functions 
within CAS. A family wise Bonferroni adjustment 
was applied to control for the Type 1 error rate. 
Composite scores were computed for each set of 
items. 
 
The competency items were measured on a 5 
point Likert Scale ranging from very competent 
(1) to not at all competent (5). A paired sample t-
test found a significant difference between those 
items relating to the management of fleet vehicle 
efficiency (M = 2.2), and those relating to the 
management of fleet safety (M = 2.9),  t(16) = -
4.75, p<.001. These results suggest that fleet 
managers report higher competency on the items 
relating to the management of fleet vehicle 
efficiency, and less competence on items relating 
to the management of fleet safety.  
 
The frequency of usage items were measured on a 
6 point scale, ranging from at least once a week 
(1), at lease once a month (2), at least quarterly 
(3), at least six monthly (4), at least annually (5), 
less than once a year (6). A paired sample t-test 
found a significant difference between those items 
relating to the management of fleet vehicle 
efficiency (M = 3.3), and those relating to the 
management of fleet safety (M = 4.5), t(14) = -
3.49, p<.05. These results suggest that fleet 
managers report higher usage for items relating to 
the management of fleet vehicle efficiency, and 
less usage on those items relating to the 
management of fleet safety.  
 
The frequency of reporting items were measured 
on a 6 point scale, ranging from at least once a 
week (1), at lease once a month (2), at least 
quarterly (3), at least six monthly (4), at least 
annually (5), less than once a year (6). A paired 
sample t-test did not find a significant difference 
between those items relating to the management 
of fleet vehicle efficiency (M = 4), and those items 
relating to the management of the fleet safety (M 
= 4.9). The means do suggest, however, that fleet 
managers report slightly more frequently to 
management on fleet vehicle efficiency, than on 
the management of fleet safety.   
 
The importance items were measured on a 5 point 
Likert Scale ranging from very important (1) to 
not at all important (5). A paired sample t-test 
found a significant difference between those items 
relating to the management of fleet vehicle 
efficiency (M = 2.1), and those items relating to 
the management of fleet safety (M = 3.2), t(14) = -
3.75, p<.05). These results suggest that fleet 
managers place more importance on the items 
relating to the management of fleet vehicle 
efficiency than on those items relating to the 
management of fleet safety. 
 
A regression analysis was conducted to examine 
the contributions of attention, comprehension and 
acceptance to the prediction of self-reported 
attitude change towards fleet management as a 
product of utilising the CAS. Overall, the 
combination of attention, comprehension, and 
acceptance were able to predict a change in 
attitude R2 = .54, F(3, 10) = 3.9, p <.05. None of 
the variables were significant predictors of change 
in attitude. A second regression analysis was 
conducted to examine the contribution of an 
incentive (eg., expectations for use of CAS) to the 
prediction of self-report attitude change as a 
consequent of utilising the CAS. Overall, the 
incentive was not able to predict a change in 
attitude as a consequence (ns).  
 
Think Safe Drive Safe (TSDS) driver training 
program  
 
To evaluate the perceived effectiveness of the 
driver training program as a fleet safety 
management took, the GDE model, and incentive 
theory were adopted as the theoretical 
frameworks. A number of items examined fleet 
managers’ motivation to use and promote the 
TSDS driver training program. The GDE model 
was utilised to examine fleet mangers 
understanding of the objectives of the TSDS 
driver training program. Descriptive analyses 
were conducted on this data. 
 
Descriptive analyses revealed that the majority of 
the sample are aware of the TSDS driver training 
program (58%). However, the majority of the 
sample are not required to report to management 
on whether the TSDS driver training program 
improves the departments’ fleet safety record 
(94%), or follow up on the driving performance 
after a driver has completed the TSDS driver 
training program (88%). The majority of the 
sample reported they use the TSDS driver training 
course (70%).  
 
Fleet managers understanding of the objectives of 
the TSDS driver training program were assessed 
by ticking the boxes that they believed represented 
the objective of the TSDS driver training program. 
These results suggest that the majority of fleet 
managers are aware of the objectives of the TSDS 
driver training program.  
 
Discussion  
 
The aim of this study was to identify the short-
term outcomes specific to the social-psychological 
and organisational processes that underlie the 
operation of countermeasures: newsletter, Think 
Safe Drive Safe (TSDS) driver training program, 
the Customer Performance Pricing (CPP) scheme, 
and the Client Access System (CAS). The results 
obtained in this study have provided insight into 
the enabling factors that determine the 
achievement of short-term outcomes specific to 
the individual countermeasures. These short-term 
outcomes, are, arguably necessary precursors to 
achieving longer-term safety performance 
outcomes. 
 
Newsletter  
 
The survey results suggest that the majority of 
drivers are unaware (69%) of the QFleet 
newsletter “Journey”. The minority of drivers who 
were aware of the newsletter reported receiving 
the newsletter an average of nine times per year 
(12 distributed per year). However, the majority of 
fleet managers reported awareness of the 
newsletter (83%), and over half of the sample 
(52%) reported distributing the newsletter. Of the 
fleet managers who reported distributing the 
newsletter, 54% reported distributing it to a 
manager within their department, 31% reported 
distributing to a general staff area, and 15% to a 
resource co-ordinator and fleet staff.  
 
The persuasive communication framework was 
able to predict a change in attitude as a 
consequence of reading the newsletter for both 
drivers (R2 = .64) and fleet managers (R2 = .51). 
The components of comprehension and attention 
were significant positive predictors in the driver 
regression model. It could be argued that getting a 
driver’s initial attention to the newsletter and the 
drivers ability to comprehend the newsletter (or 
QFleet’s ability to clearly articulate the fleet 
safety message) have ability to change the 
attitudes of work-related drivers towards safe 
driving in a work vehicle.  
 
These results suggest that fleet managers should 
be distributing the newsletter to drivers directly, 
rather than through intermediaries, and more 
frequently, considering the enabling factors, such 
as attention to the newsletter, is a significant 
predictor of attitude change towards safe driving. 
Further, fleet managers also reported that the 
newsletter was a significant predictor of attitude 
change towards their management of fleet safety.  
Think Safe Drive Safe (TSDS) driver training  
 
The Goals and Contents of Driver Education 
(GDE) framework was adopted to evaluate the 
Think Safe Drive Safe (TSDS) driver training 
program for both fleet managers and drivers. 
However, only one driver out of the sample of 88 
had attended the driver training program. Owing 
to the non-existent sample, the TSDS driver 
training program could not be evaluated for 
drivers. 
 
In contrast, the majority of fleet managers 
reported that they are aware of the TSDS driver 
training program (58%) and the majority of fleet 
managers reported using the TSDS driver training 
course (70%). The latter data raise the question of 
who receives driver training and whether those 
drivers who have attended TSDS are seriously 
under-represented in the present sample. 
Additionally, fleet safety managers may 
overestimate the numbers of drivers they assign to 
TSDS.  
 
In any case, there are two possible explanations 
for the low attendance from drivers. The focus 
group discussions found that ‘budgetary 
constraints’ emerged as an constraint for fleet 
managers, suggesting that there could be limited 
funds available for drivers to attend the TSDS 
driver training program. Alternatively, the survey 
results found relatively little incentive for fleet 
managers to promote the TSDS driver training 
course. The majority of fleet managers are not 
required to report to management on whether the 
TSDS driver training course improves the 
departments fleet safety record (94%), or follow 
up on the driving performance after a driver has 
completed the TSDS driver training program 
(88%). Thus, the TSDS driver training program 
may not be considered a priority in the 
management of fleet drivers. 
 
Support for the effectiveness of the TSDS driver 
training program found that drivers were more 
likely to agree than to disagree that a driver 
training course would improve their driving 
behaviour in a work vehicle. For example, the 
majority of drivers (58%) agreed that a driver 
training course would improve their familiarity 
with vehicle capabilities. It is important to note 
that issues concerning familiarity with vehicle 
capabilities emerged as a factor in the focus 
groups influencing safe driving in a work vehicle. 
 
Although the results suggest that fleet managers 
do not actively promote the TSDS driver training 
program to drivers in their department, fleet 
managers reported relatively high knowledge of 
the objectives of the TSDS driver training 
program. These results suggest that fleet managers 
are aware of the utility of the TSDS driver training 
program in enhancing the safe driving of work-
related drivers, and ultimately the benefits to 
overall fleet safety outcomes. These findings 
suggest the lack of a tangible incentive (e.g., 
accountability, requirements) for fleet managers to 
apply the TSDS.    
Customer Performance Pricing (CPP) 
 
To evaluate the perceived effectiveness of the 
CPP scheme for fleet managers, incentive theory 
(operant conditioning) was adopted as the 
theoretical approach. The majority of fleet 
managers are aware of the CPP scheme (58%). 
However, the power of an incentive scheme, such 
as CPP, is its capacity to motivate fleet managers 
to focus on, and intervene into driver behaviour in 
a work vehicle. In doing so, fleet managers can 
reduce claims and premiums (the intent of the 
CPP incentive scheme), and improve overall fleet 
safety outcomes.   
 
The results suggested, however, that the majority 
of fleet managers are also not aware of the 
objectives of the CPP scheme. Further, there was 
little incentive reported by fleet managers to 
utilise the CPP scheme. For example, the large 
majority reported that they are not required to 
report to their department on the CPP rating 
(85%), or, report to management on CPP matters 
(85%). To support this argument, the regression 
analyses, which tested operant conditioning 
predictions, was not significant in its prediction of 
attitude change as a result of the CPP scheme. 
Thus, these findings suggest that there is a 
relatively low incentive for fleet managers to 
utilise the CPP scheme.  
Client Access System (CAS) 
 
The majority of fleet managers are aware of the 
CAS (78%). However, the results suggested that 
fleet managers are not utilising the full diagnostic 
capabilities of the CAS in their fleet management. 
To assess the utility of the different functions 
within CAS, the items were divided into two 
sections; five items related to the management of 
fleet vehicle efficiency and six items were related 
to the management of fleet safety. Four analyses 
were conducted to examine fleet managers (a) 
competency in using the different functions within 
the CAS, (b) frequency of using the different 
functions within the CAS, (c) reporting to 
management on the different functions within the 
CAS and, (d) importance of the different functions 
within the CAS.   
 
The results found the fleet managers reported 
significantly higher competence in and, higher 
usage of, and place higher importance on the 
management of fleet vehicle efficiency, rather 
than on the management of fleet safety. Reporting 
to management on the functions with the CAS 
was not significantly different between the 
management of fleet vehicle efficiency and the 
management of fleet safety. Thus, fleet managers 
are not utilising the full diagnostic functions 
within CAS (eg., tracking driver performance, 
benchmarking, analysing crash patterns) to 
improve their department’s fleet safety record. In 
support of these results, the regression results 
utilising incentive theory found that incentive 
theory was not able to significantly predict a 
change in attitude as a product of utilising the 
CAS. 
 
Contrary to these results, the regression analyses 
found that the persuasive communication 
variables of interest (eg., attention, 
comprehension, acceptance) were able to predict a 
change in attitude (R2 = .54), as a product of the 
CAS. These results suggest that a persuasive 
communication approach can significantly 
influence the attitudes of fleet managers. 
Summary and recommendations 
 
In summary, the key finding that have emerged 
from this study is that fleet safety management is 
not considered a priority in the government 
organisations participating in this study. The 
majority of fleet managers are aware of the 
application of QFleet’s fleet safety management 
package, however, they are not utilising the full 
diagnostic capabilities of all the countermeasures 
to achieve short-term outcomes that would 
enhance fleet safety outcomes.  
 
The results suggest that the newsletter can have a 
significant influence on safe driving behaviour in 
a work vehicle. However, the majority of drivers 
are unaware of the newsletter, and the newsletter 
is not directly distributed to the driver. Thus, it is 
recommended that for the ‘Journey’ to deliver on 
QFleet’s investment dollars, more attention is 
given to developing a communication strategy for 
the newsletter. In particular, it is recommended 
that QFleet work with its client organisations to 
(a) ensure widest possible, deliberate distribution 
of the newsletter and, (b) ensure the effectiveness 
of the ‘Journey’ as a form of persuasive 
communication.  
 
Although no empirical evaluation could be 
conducted on the effectiveness of the TSDS driver 
training course, the results suggest that drivers 
believe that their driving would benefit from a 
driver training course. The majority of fleet 
managers are aware of most of the objectives of 
the TSDS driver training course. Thus, it is 
suggested QFleet develop a whole of organisation 
Think Safe Drive Safe driver training strategy that 
describes organisational responsibilities with 
respect to implementing the strategy. This strategy 
to include organisational standards and guidelines 
with respect to (a) the use of driver training as a 
fleet safety management tool, and (b) tracking the 
impact of driver training on driver performance. 
The strategy to include also links between driver 
training and performance information and the 
claims database. 
 
The results indicated limited incentive for fleet 
managers to utilise the CPP scheme as they are 
not regularly reporting on the organisations 
performance as measured by the CPP. It is 
suggested that fleet managers become aware of 
the objectives of the CPP scheme, and utilise it as 
a tool for the management of fleet safety.  
 
Additionally, the results suggest that fleet 
managers are not utilising the functions within 
CAS to interrogate their organisational fleet safety 
performance records to identify crash precipitating 
factors and areas for intervention. Of interest is 
the fact that by using the interrogative capacity of 
the CAS functions associated with the claims, 
fleet managers have a tool for enhancing their 
CPP rating, better targeting the driver training 
program and managing vehicle performance.  
 
Overall, the results found low support for the 
presence of enabling variables that facilitate the 
achievement of short-term outcomes specific to 
the individual countermeasures. The results 
suggested that the fleet managers within the client 
organisations are not encouraged to monitor the 
safety performance of drivers. Fleet managers are 
not utilising the package of fleet safety 
countermeasures to their fullest extent to identify 
the crash precipitating factors that intervene to 
improve their organisational fleet safety 
outcomes.   
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